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Welcome New Owners

We are excited to welcome 8 new TBM owners for the month of January!  

“AVEX has exceeded the experience 
I expected.” -Vitali Lapko (N850SM)

It takes a dedicated team to buy or sell a TBM. We have put together the necessary pieces to make the 
sales process seamless. At AVEX we pride ourselves in putting our customers needs and requests ahead of 
anything else. We take a straightforward and educational approach to sales, not the typical pushy sales tactics 
you may find elsewhere. After a sale is closed our relationship with our owners doesn’t end but continues to 
grow and develop. We enjoy being here when you need us. Welcome to the AVEX family!

WHAT’S 
NEW!

Owner’s Spotlight:
ALAN SHAPIRO’S TRANSITION BACK TO 
A TBM FROM PILATUS AND WHY HE DID IT
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A 
lan Shapiro’s love of the TBM began in 2004 

when Terry Winson took him on a demo of a TBM 
700C2.  “It was a terrific experience!” said Alan.  
Alan liked the speed of his 700C2, but within three 
years he upgraded to the 850 Legacy to gain even 
more speed. 

However, his needs changed and he needed the 
flexibility to transport more customers for work. With 
this new requirement he sold his TBM and bought a 
Pilatus. “I have nothing bad to say about the Pilatus 
but I missed the TBM’s speed and handling,” said 
Alan. He compared the Pilatus to a Mercedes SUV 
and the TBM to his Ferrari. While the Pilatus met his 
needs for more space, he sorely missed the TBM’s 
speed and handling. Shapiro explained that he 
always knew he wanted to go back to the TBM, thus 
continuing his relationship with Terry at AVEX even 

while flying his Pilatus. He considers AVEX to be part 
of his aviation family and he knew he would be back 
someday.

In October 2012 that someday came. Alan no longer 
needed to transport clients and he came back to his 
love, the TBM.  He said that when Terry took him 
on a demo of the G1000 equipped TBM 850, there 
was no question that this was the plane for him!  The 
G1000 puts an abundance of flight-critical data at 
your fingertips. Its glass flightdeck presents flight 
instrumentation, navigation, weather, terrain, traffic 
and engine data on large-format, high-resolution 
displays. 

Alan is now a proud of owner of N850MR.  
Welcome back to the TBM!

Alan Shapiro and Terry Winson 
shake hands at the sale of N850MR.  

Number of Model Aircraft vs. Price Over Time
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Analysis of annual sales between 2011 and 2012 shows 
a major shift in TBM sales. Both buyers and sellers 
alike are choosing companies that offer both market 
intelligence and specialize in the Socata TBM. Between 
2011 and 2012, Socata Distributors increased domestic 
sales by 9%. A trend that shows owners who previously 
sought a sale privately or through smaller brokers are 
realizing the benefits of using a specialized broker.  

This shift in momentum is due to the realization of many 
buyers that a sophisticated product like the TBM requires 
the engagement of a knowledgeable professional who 
can assist in not only the evaluation and acquisition, but 
also the transition to the plane and the continued support 
after the sale is completed. This level of support is only 
found in the Distribution network.

AVEX maintains a comprehensive market analysis 
report that is the compilation of over 10 years of in depth 
market research. This investment in real market research 
has paid off. In 2011, AVEX accounted for 17% of the 
domestic market sales. In 2012 our share of the domestic 
market rose to 31%. Understanding the current market 
and being able to make projections based on historical 
analysis offers an advantage to both buyers and sellers 
alike, it eliminates the ‘wudya take’ and arbitrages a 
selling price that is relative to the market and fair to 
both parties. Having the ability to artfully and factually 
articulate this is a competitive advantage. 

There are a number of forecasting graphs that AVEX 
uses to better predict where the market is going to be 
in 2013. Combining these forecasts with previous sales 
history allows us to minimize time on the market for a 
seller while still attaining a fair market value. In addition, 
our EOE module, (Estimating Operating Expense) allows 
us to confidently evaluate and predict the operating costs 
of any specific serial number aircraft, a tool uniquely 
used at AVEX. Confidence in this material allows buyers 
to find the right aircraft at the right price. 

From a resale perspective, we are seeing a firming of 
prices due to a shortage of quality inventory and prices 
of relative markets and inflexion points that we have 
positively identified are being reaffirmed with every sale. 
We anticipate seeing an increase in the relative sales 
prices in the depressed end of the TBM market, (A and B 
models), a leveling off of the C2 resale prices and a slight 
rise in the 850L and 850G markets. With more buyers 
engaging the SOCATA Distribution network for their 
pre-owned aircraft purchases we should expect to see a 
reduction in the number of aircraft being sold by brokers 
who don’t understand this market and cannot provide the 
support needed during the process. Their consequent 
need to compensate by lowering selling prices has had 
an adverse effect on average selling prices in the fleet 
over the last couple of years.

If you are interested in receiving an analysis of the 
current TBM market, we would be pleased to give you 
a presentation. The net meeting will show you the 
indicators and data behind them that gives us the edge 
in this arena. A typical briefing is about 30 minutes. 
Please feel free to email or call us for a no obligation 
presentation of this information.

PILOT’S CORNER   
WITH CHRIS CANNON:

By Danny Zarachoff

The PT-6 that resides in 
the nose of every TBM  
is an engineering 

marvel.  It is reliable, efficient, 
and in a vast majority of flights, 
simply works so well as to 
become invisible to the pilot.  
However, the very reliability 
and ease of operation that 
we take for granted often 
generates complacency among 
those of us that operate them.  

Day in and day out, we startup without incident, only to be 
surprised when we are faced with a hot start or other start 
abnormality.
What is a hot start?  In simple terms, it is when, during 
the start sequence, the ITT reaches one of several 
temperature limits set forth in the POH.  It is essential 
that these temperature limits be committed to memory, 
as we do not have the luxury of time when dealing with 
start malfunction.  Knowing these numbers could easily be 
the difference between a 5 minute delay and a $300,000 
repair or worse.

So what are the limits? Starting with the most 
restrictive, they are as follows:

• The ultimate limit for all TBMs is 1000C. If you exceed 
that number for any length of time, it’s going to get 
expensive.  Nobody should EVER get near 1000C.

• Next, we are limited to 5 seconds between 870C and 
1000C. That is not much time, though it is plenty of 
time to begin the abort process by moving the condition 
lever to the CUTOFF position. 

• Lastly, we have a full 20 seconds in the range from 
800C to 870C (-64 engines) or 850C to 870C (-66D) 
engines. Yes, the -66D in a TBM-850 is allowed to go 
to 850C during a start with no time limit – even though 
the redline ITT for normal operations is 840C.

In TBM-700 aircraft, it is not uncommon to have starts 
exceed 800C. This is particularly true if one of several 
risk factors is present. These include (but aren’t limited 
to):  quick turns, high altitudes and temperatures, weak 
batteries and starts made with tailwinds.  Combine any 
of these factors and a -64 engine will often exceed 800C 

during the start. This does not mean that something is 
wrong with the engine, but is a byproduct of the way a 
turbine engine operates.  

Because they rely almost entirely on internal airflow for 
cooling, anything that affects the volume or temperature 
of that airflow will affect the ultimate temperature reached 
during a start. It is therefore imperative that we understand 
completely the start limits outlined in the POH to allow us 
to safely complete the start cycle. Not knowing them can 
potentially result in a prematurely aborted start, or worse, 
a hot start that causes damage to the engine.

 My personal rule is that if I see the ITT touch 870C, I 
calmly move the condition lever over the gate into the 
CUTOFF position, let the starter run for the full 30/60 
seconds (depending on Ng attained), then turn the 
starter off and call for a GPU. No harm, no foul, no hit to 
the checkbook. This procedure is called out in Chapter 
4 (NORMAL PROCEDURES) of the POH, and note 
that it is NOT included in Chapter 3 (EMERGENCY 
PROCEDURES) of the POH!

We should rarely, if ever, be surprised by a hotter 
than normal start.  Why?  A hot start is almost always 
accompanied by one of the previously mentioned 
risk factors. If any of these are present, we should 
be expecting a higher ITT during the start and MUST 
review the aborted start procedure before we place the 
start switch in the ON position. A good rule of thumb is 
to assume that the ITT will rise 600-700C from the ITT 
present when fuel is introduced. In other words, if we 
motor the ITT down to 150C before introducing fuel, 
we can expect a max ITT in the 750-850C range. Not 
anticipating the magnitude of this ITT rise may result in a 
very expensive lesson.

Knowing the factors that can cause a hot start also gives 
us ways to mitigate them. Turn off the inertial separator 
and open the top cowls after shutdown, don’t start with 
a tailwind after a quick turn, motor the ITT down prior to 
introducing fuel, keep an eye on your battery’s condition, 
and most effectively, use a GPU if in doubt. Nothing will 
keep start temps lower than using a GPU for the start.
Knowing your start limits and aborted start procedures 
cold will enable you to all but eliminate one of the most 
severe and expensive forms of engine damage.

Start Limits

JERRY SIMON

N700RK

Dear TBM Enthusiast,

We decided to launch the TBM Times as a portal 

to what is going on at AVEX and to discuss other 

facets of TBM ownership. This newsletter is 

intended to be of interest to both TBM owners 

as well as those considering the purchase of 

a TBM. We will be publishing this newsletter 

monthly and will strive to keep the articles 

interesting and pertinent to anyone who has 

these interests. 

At AVEX we have a dedicated team of people 

who are committed to making the TBM 

ownership experience the best it can be, and  

as we continue down the road with this 

publication we will be presenting articles from 

Sincerely,

Terry Winson
AVEX INC.
800-475-1057 Office.
805-312-5005 Cell.
www.newavex.com

individuals involved in maintenance, avionic 

upgrades and other items of special interest that 

pertain to the TBM.

I hope that you enjoy the TBM Times. If there 

are any subjects you would like to see covered, 

please let us know as we will be pleased to 

consider them.

Connect with us: 
205 Durley Avenue, Camarillo CA 93010 
http://www.newavex.com | 805.389.1188 | terrywinson@newavex.com

Newsletter Questions? Suggestions? Comments?: gcarroll@newavex.com
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